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(57) ABSTRACT 

A start control system for an internal combustion engine 
Which is capable of automatically restarting the engine While 
ensuring excellent startability and fuel economy of the 
engine, and permits reduction of the siZe of the system, to 
reduce the Weight and manufacturing costs of the system. An 
electric motor drives an oil pump. An accumulator accumu 
lates oil pressure delivered from the oil lamp. A hydraulic 
motor is connected to the accumulator via oil passage and 
driven by the oil pressure accumulated in the accumulator, 
for starting the engine. An electromagnetic valve is arranged 
across the oil passage, for controlling supply of oil pressure 
to the hydraulic motor. An ECU controls operation of the oil 
pressure supply control valve to thereby cause the hydraulic 
motor to start the engine. 

10 Claims, 11 Drawing Sheets 
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START CONTROL SYSTEM FOR INTERNAL 
COMBUSTION ENGINE 

BACKGROUND OF THE INVENTION 

1. Field of the Invention 
This invention relates to a start control system for an 

internal combustion engine of a type Which starts the engine 
by utilizing oil pressure. 

2. Description of the Related Art 
Conventionally, in a start system for an internal combus 

tion engine for an automotive vehicle, When the driver 
operates an ignition key to start the engine, electric poWer is 
supplied from a battery to an electric motor of a starter, 
Whereby the electric motor forcibly causes rotation of a 
crankshaft of the engine, and at the same time an air-fuel 
mixture is supplied to cylinders of the engine. The air-fuel 
mixture thus supplied to cylinders is ignited to start the 
engine. Then, after the start of the engine, the driver releases 
the ignition key, Whereby the electric motor is stopped. 

Further, in recent years, a start control system for an 
internal combustion engine for an automotive vehicle has 
been employed Which is capable of automatically stopping 
idling of the engine, e.g., When the driver is Waiting for 
traffic lights to change or for a crossing gate to open, and 
then automatically restarting the engine When the vehicle is 
started. In the start control system, the restart of the engine 
after the automatic stoppage of idling is carried out by 
causing the above start system to operate in response to a 
vehicle start operation by the driver. The driver’s vehicle 
start operation includes operating a clutch or a shift gear, 
releasing a brake, or stepping on an accelerator pedal. When 
the vehicle start operation is carried out, electric poWer is 
supplied from the battery to the electric motor of the starter, 
Whereby the electric motor forcibly causes rotation of the 
crankshaft, and the mixture is supplied to the cylinders. The 
air-fuel mixture thus supplied to the cylinders is ignited to 
start the engine. According to this start control system, 
because idling is automatically stopped, as described above, 
e.g., When the driver is Waiting for traffic lights to change, 
excellent fuel economy can be ensured. 

HoWever, the above start control system uses the battery 
as a poWer source for the electric motor of the starter, and the 
starting torque of the motor is small. Hence, the motor is 
generally combined With a reduction gear system. For this 
reason, during the start or restart of the engine, the crank 
shaft can only be rotated at a rotational speed Which is 
considerably loser than an idling rotational speed, so that it 
takes much time for the engine to start actually. Further, 
during cranking of the engine there occurs torque variation 
due to compression and expansion of air Within the cylinder 
of the engine, Which causes variation in the rotational speed 
of the crankshaft. In this case, the rotational speed of the 
crankshaft driven by the electric motor is reduced due to 
increased viscous friction of lubricating oil in the engine and 
stabiliZed at a loW level, so that the variation in the rotational 
speed of the crankshaft becomes large, Which causes the 
reduction gear mechanism to produce untoWard noises. As 
described above, because it takes much time before the 
engine is actually started to start the vehicle in response to 
the vehicle start operation by the driver, and vibrations of the 
engine and noises from the driving system, Which are 
undesired by the driver, are caused during the start of the 
engine, the start control system degrades marketability of 
the vehicle. 

To solve the problems, there Was proposed a start control 
system for an internal combustion engine eg in Japanese 
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2 
Laid-Open Patent Publication (Kokai) No. 60-85249, in 
Which compressed air is utiliZed to start the engine. The start 
control system includes a compressor driven by rotation of 
a crankshaft and a reserve tank for storing compressed air 
supplied from the compressor. According to the system, in 
response to an engine start operation by an ignition key, the 
crankshaft is driven for rotation by using the compressed air 
in the reserve tank as a driving force source, Whereby the 
engine is started. Also, for the restart of the engine, similar 
control is carried out in response to the engine start operation 
by the ignition key. Thus, the use of the compressed air 
makes it possible to obtain larger torque than the torque from 
the electric motor of the starter, thereby shortening the time 
period required for starting the engine. Further, it is possible 
to increase the engine rotational speed to the idling rota 
tional speed in a short time period, thereby reducing vibra 
tion of the engine and noises caused during the start of the 
engine. 

Further, there has been proposed another type of the start 
control system for an internal combustion engine, Which 
includes a large-siZed electric motor and a large-capacity 
battery, and is applied to a vehicle con?gured to travel by 
driving force from the large-siZed electric motor and the 
internal combustion engine installed thereon, i.e., a so-called 
hybrid vehicle. Some of the start control systems of this type 
are capable of not only starting the engine by the large-siZed 
electric motor, but also automatically restarting the engine 
Without the engine start operation by the ignition key. 
Through the use of the large-siZed electric motor Which 
generates considerably larger torque in comparison With the 
electric motor of the starter, this type of the start control 
system is capable of starting the engine in a shorter time 
period as Well as reducing the vibrations of the engine. 
Further, because the engine can be automatically restarted 
Without the engine start operation by the ignition key, high 
marketability of the system is ensured. 

HoWever, according to the above conventional start con 
trol system using compressed air, because the torque of the 
engine is employed as a driving force source for the 
compressor, it is impossible to drive the compressor during 
stoppage of the engine. For this reason, When compressed air 
Within the reserve tank Was consumed by an erroneous 
operation or the like before the stoppage of the engine, and 
no pressure has been stored Within the tank, the engine 
cannot be started. Further, there is a limit to available high 
pressure of air, and it is required to provide a large-siZed 
reserve tank so as to secure sufficient amount of compressed 
air for starting the engine, Which results in an increase in the 
Weight of the system and makes it difficult to provide space 
for accommodating the system. Moreover, When the tem 
perature falls, saturation vapor pressure also decreases, 
Which causes condensation Within the reserve tank and 
piping. When the temperature becomes extremely loW, the 
condensed Water freeZes, Which can cause breakage or 
failure of the system. Another problem is that a large amount 
of energy remains in the compressed air discharged from the 
start control system during operation of the same, and noise 
produced by the discharge can become considerably large 
untoWard noise. Still another problem is that it is required to 
carry out the engine start operation by the ignition key to 
restart the engine. 
On the other hand, the conventional start control systems 

of the type Which is applied to the hybrid vehicle are each 
required to be provided With a large-siZed electric motor and 
a large-capacity battery Which are very expensive and heavy, 
Which results in considerable increases in the Weight and 
manufacturing costs of the system. 
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SUMMARY OF THE INVENTION 

It is an object of the invention to provide a start control 
system for an internal combustion engine, Which is capable 
of automatically restarting the engine While ensuring excel 
lent startability and fuel economy of the engine, and permits 
reduction of the siZe of the system, to reduce the Weight and 
manufacturing costs of the system. 

To attain the above object, the present invention provides 
a start control system for an internal combustion engine, 
comprising: 

an electric motor; 

an oil pump driven by the electric motor; 

an accumulator for accumulating oil pressure delivered 
from the oil pump; 

an oil passage through Which the oil pressure is transmit 
ted; 

a hydraulic actuator connected to the accumulator via the 
oil passage and driven by the oil pressure accumulated 
in the accumulator, for starting the engine; 

an oil pressure supply control valve arranged across the 
oil passage, for controlling supply of the oil pressure to 
the hydraulic actuator; and 

control means for controlling operation of the oil pressure 
supply control valve to thereby cause the hydraulic 
actuator to start the engine. 

According to this start control system for an internal 
combustion engine, the oil pump is driven by the electric 
motor, and oil pressure delivered from the oil pump is 
accumulated in the accumulator. When the engine is to be 
started, the control means controls the operation of the oil 
pressure supply control valve to cause the oil pressure to be 
supplied from the accumulator to the hydraulic actuator. As 
a result, the hydraulic actuator is driven to start the engine. 
In the start control system of the invention, the oil pressure 
generated by the electric motor is utiliZed to start the engine 
as described above, so that even during stoppage of the 
engine, it is possible to operate the electric motor to thereby 
accumulate oil pressure in the accumulator in preparation for 
the next start of the engine. Thus, differently from the 
conventional start control system using compressed air, the 
system of the invention can ensure excellent startability of 
the engine Without suffering from a problem that the engine 
cannot be started properly When it is started next time after 
the stoppage. 

Further, for the same reason, the system of the present 
invention is capable of generating higher pressure than the 
prior art using compressed air, so that the entire accumulator 
can be reduced in siZe, Which permits the system to be 
designed to be more compact. Moreover, in general, a 
hydraulic actuator is capable of generating a larger driving 
force than an electric motor conventionally used for a starter 
of the engine, so that it is possible to increase the rotational 
speed of the engine during a cranking time to a desired 
rotational speed Which is higher than that in the prior art, eg 
a rotational speed higher than an idling rotational speed. At 
the same time, the large driving force makes it possible to 
shorten a time period Which the engine takes to reach the 
desired rotational speed, thereby reducing vibrations caused 
by the engine and noises produced by the driving system 
during the start of the engine. Further, since the start control 
system of the invention uses oil as a Working medium, and 
the oil is smaller than the air in volume change caused by a 
pressure change, energy remaining in oil discharged from 
the system is smaller than energy conventionally remaining 
in the discharged compressed air, Which makes it possible to 
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4 
reduce noises produced during the discharge of the Working 
medium. For the same reason, the system of the invention is 
also capable of preventing freezing and breakage of the 
system due to the freeZing, differently from the prior art 
using the air as a Working medium. In addition, the system 
of the present invention is only required to be provided With 
an electric motor capable of generating torque for driving 
the oil pump for rotation and a battery capable of driving the 
electric motor, so that a large-siZed electric motor and a 
large-capacity battery Which are used in the conventional 
start control system applied to hybrid vehicles can be 
dispensed With. This makes it possible to reduce the siZe and 
Weight of the system, Which contributes to reduction of the 
manufacturing costs of the same. The above features and 
advantages ensure high marketability of the system. 

Preferably, the start control system further comprises 
engine rotational speed-detecting means for detecting an 
engine rotational speed of the engine, and 

the control means controls the operation of the oil pres 
sure supply control valve such that the supply of the oil 
pressure to the hydraulic actuator is stopped When the 
detected engine rotational speed has exceeded a pre 
determined rotational speed after the supply of the oil 
pressure to the hydraulic actuator Was started. 

According to this preferred embodiment, the supply of oil 
pressure to the hydraulic actuator is stopped by the control 
means When the detected engine rotational speed has 
exceeded a predetermined rotational speed. Therefore, it is 
possible to start the engine reliably by properly setting the 
predetermined rotational speed to a desired rotational speed. 
Further, in the start control system using the hydraulic 
actuator, even after the engine rotational speed has exceeded 
the predetermined rotational speed, and it is instructed that 
the supply of oil pressure to the hydraulic motor be stopped, 
the hydraulic actuator continues to drive the engine, e.g., due 
to a time lag in operation of the oil pressure supply control 
valve, Whereby the engine rotational speed is further 
increased. Therefore, it is possible to set the predetermined 
rotational speed to a value slightly loWer than the desired 
rotational speed, alloWing for the increase in the engine 
rotational speed. This makes it possible to shorten a time 
period for supplying the oil pressure to the accumulator, 
thereby preventing unnecessary reduction of the oil pressure 
accumulated in the accumulator. As a result, the time over 
Which the electric motor is operated can be shortened, and 
consumption of electric poWer can be reduced. 
More preferably, the start control system further com 

prises engine temperature-detecting means for detecting an 
engine temperature of the engine, and 

the predetermined rotational speed is set to be higher as 
the detected engine temperature is loWer. 

In general, in an internal combustion engine, as the engine 
temperature is loWer, the viscous resistance of lubricating oil 
becomes larger to increase viscous friction in the engine, and 
it becomes harder to effect ignition, so that When the engine 
temperature is loW, the startability of the engine is loWer 
than under normal starting conditions. Therefore, according 
to the above preferred embodiment, the predetermined rota 
tional speed is set to be higher as the detected engine 
temperature is loWer, Whereby the engine can be properly 
started dependent on the engine temperature at the time of 
start of the engine. 

Also more preferably, the start control system further 
comprises a stop time period-determining means for deter 
mining Whether or not a stop time period over Which the 
engine has been in stoppage before a start of the engine is 
longer than a predetermined time period, and 
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When the stop time period-determining means determines 
that the stop time period is longer than the predeter 
mined time period, the predetermined rotational speed 
is set to a ?rst predetermined rotational speed, Whereas 
When the stop time period-determining means deter 
mines that the stop time period is equal to or shorter 
than the predetermined time period, the predetermined 
rotational speed is set to a second predetermined rota 
tional speed Which is loWer than the ?rst predetermined 
rotational speed. 

In general, When a stop time period of the engine is short, 
a decrease in the engine temperature is small, and hence, the 
viscous friction in the engine is also small. Further, a 
decrease in the oil temperature Within the system is also 
small, and hence the responsivity of the hydraulic actuator 
is high. In vieW of this, according to the above preferred 
embodiment, When the stop time period is shorter than the 
predetermined time period, the engine rotational speed at the 
stoppage of the supply of oil pressure to the hydraulic 
actuator is set to the second predetermined rotational speed 
Which is loWer than the ?rst predetermined rotational speed. 
As a result, excellent startability of the engine can be 
maintained according to the stop time period before the start 
of the engine, and at the same time, since the time period for 
supplying oil pressure to the hydraulic actuator can be 
shortened, it is possible to utiliZe oil pressure Within the 
accumulator ef?ciently. 

Preferably, the start control system further comprises 
mis?re-detecting means for detecting a mis?re of the engine, 
and 

the control means controls the operation of the oil pres 
sure supply control valve such that the supply of the oil 
pressure to the hydraulic actuator is stopped, depending 
on an output from the mis?re-detecting means. 

Preferably, the control means controls the operation of the 
oil pressure supply control valve such that the supply of the 
oil pressure to the hydraulic actuator is stopped When a ?rst 
predetermined time period has elapsed after the supply of 
the oil pressure to the hydraulic actuator Was started. 

According to this preferred embodiment, oil pressure is 
continuously supplied to the hydraulic actuator until the 
predetermined time period has elapsed after the start of the 
supply of oil pressure. Therefore, it is possible to start or 
crank the engine reliably by setting the predetermined time 
period to a time period alloWing the engine rotational speed 
to be positively increased to the desired rotational speed at 
Which the engine performs its self-sustaining operation. 
Further, because the supply of oil pressure to the hydraulic 
actuator is stopped When the ?rst predetermined time period 
has elapsed, even if the engine rotational speed does not 
reach the desired rotational speed due to a failure or break 
doWn of the engine, it is possible to utiliZe the oil pressure 
Within the accumulator ef?ciently Without Wasting the same. 

The start control system further comprises engine 
temperature-detecting means for detecting an engine tem 
perature of the engine, and the ?rst predetermined time 
period is set to be longer as the detected engine temperature 
is loWer. 

In general, When the engine temperature of the engine is 
loW, viscous friction is large, and hence, the responsivity of 
the hydraulic actuator is loW, Which makes it dif?cult to start 
the engine. Therefore, according to the above preferred 
embodiment, the time period over Which the hydraulic 
actuator is driven is set to be longer as the engine tempera 
ture is loWer, Whereby the engine can be started properly 
according to the temperature. 
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6 
Preferably, the start control system further comprises: 
a starter sWitch, 
manual operation-determining means for determining 

Whether or not a driver has operated the starter sWitch 
after stoppage of the engine, 

start intention-determining means for determining 
Whether or not the driver has an intention to start a 
vehicle on Which the engine is installed, based on 
operating conditions of the engine after the stoppage of 
the engine, and 

engine rotational speed-detecting means for detecting an 
engine rotational speed of the engine, and 

When the manual operation-determining means deter 
mines that the starter sWitch has been operated, the 
control means controls the operation of the oil pressure 
supply control valve such that the supply of the oil 
pressure to the hydraulic actuator is stopped When the 
detected engine rotational speed has eXceeded a third 
predetermined rotational speed after the supply of the 
oil pressure to the hydraulic actuator Was started, While 
When the start intention-determining means determines 
that the driver has the intention to start the vehicle, the 
control means controls the operation of the oil pressure 
supply control valve such that the supply of the oil 
pressure to the hydraulic actuator is stopped When the 
detected engine rotational speed has exceeded a fourth 
predetermined rotational speed loWer than the third 
predetermined rotational speed after the supply of the 
oil pressure to the hydraulic actuator Was started. 

According to this preferred embodiment, it is possible not 
only to manually start the engine after the stoppage of the 
same, by operation of a starter sWitch by the driver, but also 
to automatically start the engine based on the operating 
conditions of the same, in response to the driver’s intention 
to start the vehicle. In an internal combustion engine of this 
type Which can be automatically restarted after a stoppage, 
a stop time period before the restart of the engine is 
generally shorter than a stop time period before the manual 
start of the engine, and hence, the engine temperature is 
higher, making the engine easier to start. Therefore, by 
setting the predetermined rotational speed as a desired 
rotational speed for the automatic restart to be loWer than 
that for the manual start, it is possible to ensure eXcellent 
startability of the engine for both the automatic restart and 
the manual start. Moreover, by setting the predetermined 
rotational speed to a loW speed at the restart, it is possible to 
further shorten the time period for supplying oil pressure to 
the hydraulic actuator. 

More, preferably, the start control system further com 
prises a stop time period-determining means for determining 
Whether or not a stop time period over Which the engine has 
been in stoppage before a start of the engine is longer than 
a predetermined time period, and 

the fourth predetermined rotational speed is set depending 
on determination of the stop time-determining means. 

Preferably, the start control system further comprises: 
a starter sWitch, 
manual operation-determining means for determining 

Whether or not a driver has operated the starter sWitch 
after stoppage of the engine, and 

start intention-determining means for determining 
Whether or not the driver has an intention to start a 

vehicle on Which the engine is installed, based on 
operating conditions of the engine after the stoppage of 
the engine, and 

When the manual operation-determining means deter 
mines that the starter sWitch has been operated, the 
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control means controls the operation of the oil pressure 
supply control valve such that the supply of the oil 
pressure to the hydraulic actuator is stopped When a 
second predetermined time period has elapsed after the 
supply of the oil pressure to the hydraulic actuator Was 
started, While When the start intention-determining 
means determines that the driver has the intention to 
start the vehicle, the control means controls the opera 
tion of the oil pressure supply control valve such that 
the supply of the oil pressure to the hydraulic actuator 
is stopped When a third predetermined time period 
Which is shorter than the second predetermined time 
period has elapsed after the supply of the oil pressure 
to the hydraulic actuator Was started. 

As described hereinbefore, in an internal combustion 
engine of the type Which can be automatically restarted after 
a stoppage, the engine is generally easier to start at the time 
of restart than at the time of manual start, and hence a time 
period required for the restart of the engine is shorter. 
Therefore, according to this preferred embodiment, the time 
period over Which the hydraulic actuator is driven for the 
restart of the engine is set to be shorter than that for the 
manual start, Whereby eXcellent startability of the engine can 
be ensured for both the restart and the manual start. Further, 
the embodiment makes it possible to shorten the time period 
for supplying oil pressure to the hydraulic actuator, thereby 
reducing electric poWer consumed by the electric motor. 
More preferably, the start control system further com 

prises oil pressure-determining means for determining 
Whether or not the oil pressure accumulated in the accumu 
lator is sufficient for starting the engine, and pressure control 
means for controlling the electric motor such that the electric 
motor drives the oil pump until the oil pressure accumulated 
in the accumulator becomes sufficient for starting the engine, 
When the oil pressure-determining means determines that the 
oil pressure accumulated in the accumulator is not sufficient 
for starting the engine. 

The above and other objects, features, and advantages of 
the invention Will become apparent from the folloWing 
detailed description taken in conjunction With the accom 
panying draWings. 

BRIEF DESCRIPTION OF THE DRAWINGS 

FIG. 1 is a vieW schematically shoWing the Whole 
arrangement of a start control system for an internal com 
bustion engine, according to an embodiment of the inven 
tion; 

FIG. 2 is a block diagram of an ECU and various sWitches 
and sensors connected thereto of the FIG. 1 start control 
system; 

FIG. 3 is a ?oWchart shoWing a routine for carrying out 
a normal start control process by using an ignition key; 

FIG. 4 is a continued part of the FIG. 3 ?oWchart; 
FIGS. 5A to 5C are ?oWcharts each shoWing a variation 

of steps S6 to S11 in FIGS. 3 and 4; 
FIG. 6 is a ?oWchart shoWing a routine for carrying out 

an idling stop control process; 
FIG. 7 is a continued part of the FIG. 6 ?oWchart; 
FIG. 8 is a ?oWchart shoWing a routine for carrying out 

a restart control process; 

FIG. 9 is a continued part of the FIG. 8 ?oWchart; 
FIGS. 10A and 10B are ?oWcharts each shoWing a 

variation of steps S60 to S62 in FIG. 9; 
FIG. 11 is a ?oWchart shoWing a routine for carrying out 

a normal manual stop control process by using an ignition 
key; and 
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FIG. 12 is a diagram shoWing an eXample of a TW-NEl 

table. 

DETAILED DESCRIPTION OF THE 
PREFERRED EMBODIMENT 

The invention Will noW be described in detail With refer 
ence to the draWings shoWing a preferred embodiment 
thereof 

Referring ?rst to FIG. 1, there is schematically shoWn the 
entire arrangement of a start control system for an internal 
combustion engine, according to a preferred embodiment of 
the invention. As shoWn in the ?gure, the control system 1 
includes an ECU 2 (control means, engine rotational speed 
detecting means, stop time period-determining means, 
manual operation-determining means, start intention 
determining means). As described in detail hereinafter, the 
ECU 2 controls start, stoppage, and restart of the internal 
combustion engine 3 (hereinafter simply referred to as “the 
engine 3”), in response to an engine start operation by the 
driver and in dependence on operating conditions of the 
engine 3. 
The engine 3 is a four-cylinder four-cycle engine 

equipped With an automatic transmission mechanism, not 
shoWn. The automatic transmission mechanism is formed by 
an electronically controlled 4-speed automatic transmission 
mechanism With an over-drive gear, and can be selectively 
shifted to any one of siX shift positions (shift ranges), ie an 
L range, a 2-range, a D range, an N range, an R range, and 
a P range. When the automatic transmission mechanism is in 
the L range, any one of a 1-speed gear and a 2-speed gear is 
automatically selected according to the operating condition 
of the vehicle. Similarly, in the 2-range, any one of the 
1-speed gear, the 2-speed gear, and a 3-speed gear is 
selected, While in the D range, any one of the 1-speed to 
3-speed gears and a 4-speed gear (over-drive gear) is 
selected. Further, in the R range, a reverse gear is selected. 

The start control system 1 further includes an oil pump 4, 
an accumulator 5, a hydraulic motor 6 (hydraulic actuator), 
and an electromagnetic valve 7 (oil pressure supply control 
valve). The oil pump 4, the accumulator 5, the hydraulic 
motor 6, and the electromagnetic valve 7 are connected to 
each other by an oil passage 8 formed by metal pipes or the 
like, to form a hydraulic circuit 40. 

Connected to the oil pump 4 is an electric motor 9 
(hereinafter simply referred to as “the motor 9”) for driving 
the oil pump 4. The motor 9 is connected to a battery 11 via 
a relay 10. The relay 10 is connected to the ECU 2, for 
electrically connecting betWeen the battery 11 and the motor 
9 or disconnecting one from the other. The operation of the 
relay 10 permits or inhibits supply of electric poWer from the 
battery 11 to the motor 9, Whereby the oil pump 4 is driven 
for operation or stopped. 
The oil pump 4 has an inlet port thereof connected to a 

reserve tank 12 via a segment of the oil passage 8, for 
draWing in oil 13 by suction from the reserve tank 12 during 
its operation. Another segment of the oil passage 8 extending 
from the outlet port of the oil pump 4 has a check valve 14 
arranged in an intermediate portion thereof. This segment of 
the oil passage 8 is divided into tWo branch channels at a 
location doWnstream of the check valve 14. One of the 
branch channels is connected to the accumulator 5, and the 
other to the hydraulic motor 6. The electromagnetic valve 7 
is arranged in an intermediate portion of the latter branch 
channel. The accumulator 5 for accumulating oil pressure 
delivered from the oil pump 4 has a capacity for a sufficient 
amount of oil pressure required for carrying out tWo con 
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secutive engine start operations, as described in detail here 
inafter. As long as the electromagnetic valve 7 is held in the 
closed state, the oil pressure accumulated in the accumulator 
5 is held constant by the check valve 14 Without being 
reduced. 

Further, arranged in the segment of the oil passage 8 
betWeen the accumulator 5 and the check valve 14 is a 
pressure sWitch 15 electrically connected to the ECU 2. The 
pressure sWitch 15 carries out ON/OFF operation in 
response to changes in oil pressure accumulated in the 
accumulator 5. More speci?cally, the pressure sWitch 15 
supplies an OFF signal to the ECU 2 When the oil pressure 
is equal to or larger than a predetermined pressure (eg 300 
atm pressure), and supplies an ON signal When the oil 
pressure is beloW the predetermined pressure. 

The electromagnetic valve 7 Which is a non-leak cut-off 
valve is also electrically connected to the ECU 2. The 
electromagnetic valve 7 is of a normally-closed type and 
driven by the ECU 2 to open the oil passage 8 extending 
from the inlet port of the hydraulic motor 6, Whereby oil 
pressure is supplied to the hydraulic motor 6 from the 
accumulator 5. 

The hydraulic motor 6 is formed. e.g., by an aXial piston 
motor Which is driven for rotation by the supply of oil 
pressure from the accumulator 5. The hydraulic motor 6 has 
a rotational shaft 6a connected to a reduction gear mecha 
nism 16. The reduction gear mechanism 16 is connected to 
a rotational shaft 18a of a timing pulley 18 via a one-Way 
clutch 17, and the timing pulley 18 to a timing pulley 3a of 
the engine 3 via a toothed timing belt 19. Further, the timing 
pulley 3a is attached to an end of a crankshaft 3b. According 
to the above construction, during the start of the engine 3, 
the hydraulic motor 6 is driven to transmit torque thereof to 
the crankshaft 3b, Whereby the crankshaft 3b is driven at a 
predetermined reduction gear ratio (e.g. 5:1). On the other 
hand, during the operation of the engine 3, torque of the 
crankshaft 3b is inhibited from being transmitted to the 
hydraulic motor 6 by the action of the one-Way clutch 17. 

Further, connected to the ECU 2 is a charge lamp 20 
Which is arranged on an instrument panel, not shoWn. As 
described in detail hereinafter, When an engine start opera 
tion cannot be carried out due to insufficiency of the oil 
pressure accumulated in the accumulator 5, the charge lamp 
20 is lighted to notify the driver of the fact. 
As shoWn in FIG. 2, three sWitches 21 to 23 and seven 

sensors 24 to 30, referred to hereinafter, are also connected 
to the ECU 2. A key sWitch (starter sWitch) 21 is mounted 
to a steering column, not shoWn, for detecting that an 
ignition key, not shoWn, inserted into a key hole, not shoWn, 
is in the OFF position, the ACCESSORY position, the ON 
position, or the START position, and supplying a signal 
indicative of the sensed key position to the ECU 2. 
A brake sWitch 22 is provided in a brake pedal 

mechanism, not shoWn. When a brake pedal, not shoWn, is 
stepped on by an amount equal to or larger than a predeter 
mined amount, the brake sWitch 22 supplies an ON signal to 
the ECU 2, and otherWise, ie when the brake pedal is not 
stepped on by such an amount, it supplies an OFF signal to 
the same. 

An air conditioner sWitch 23 is mounted to an air 
conditioner, not shoWn. The air conditioner sWitch 23 sup 
plies an ON signal to the ECU 2 during operation of the air 
conditioner, and otherWise, ie during stoppage of the air 
conditioner, it supplies an OFF signal to the same. 
A shift position sensor 24 is provided in the automatic 

transmission mechanism, for detecting Which one of the 
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10 
aforementioned siX shift positions a shift lever, not shoWn, 
is placed in and supplying a signal indicative of the sensed 
shift lever position to the ECU 2. 

An accelerator sensor 25 is arranged at an accelerator 
mechanism (accelerator), not shoWn. When an accelerator 
pedal, not shoWn, of the accelerator mechanism is stepped 
on, the accelerator sensor 25 detects a stepping amount of 
the accelerator pedal (a degree of accelerator pedal opening) 
and supplies a signal indicative of the sensed stepping 
amount to the ECU 2. The ECU 2 controls the opening of a 
throttle valve, not shoWn, arranged in an intake pipe, not 
shoWn, in response to the signal from the accelerator sensor 
25. 

A vehicle speed sensor 26 Which is mounted to an aXle, 
not shoWn, of the automotive vehicle is formed of a magnet 
rotor, not shoWn, and an MRE (magnetic resistance element) 
pickup, not shoWn. The vehicle speed sensor 26 detects the 
vehicle speed VP, ie the traveling speed of the vehicle and 
supplies a signal indicative of the sensed vehicle speed VP 
to the ECU 2. 

An engine coolant temperature sensor 27 (engine 
temperature-detecting means), a crank angle position sensor 
28 (engine rotational speed-detecting means), and a mis?re 
sensor 29 are arranged in the engine 3. The engine coolant 
temperature sensor 27 is mounted in the cylinder block of 
the engine 3, for sensing an engine coolant temperature TW 
Which is the temperature of an engine coolant circulating 
Within the cylinder block of the engine 3 and supplying a 
signal indicative of the sensed engine coolant temperature 
TW to the ECU 2. The crank angle position sensor 28 is 
formed of a magnet rotor and an MRE pickup, for sensing 
the rotational angle of the crankshaft 3b of the engine 3 and 
generating CRK signal pulses in accordance With rotation of 
the crankshaft 3b. The CRK signal is indicative of the sensed 
rotational angle of the crankshaft 3b, and each pulse thereof 
is generated Whenever the crankshaft 3b rotates through a 
predetermined angle and supplied to the ECU 2. The ECU 
2 determines the rotational speed of the engine 3 (hereinafter 
referred to as “the engine rotational speed NE”), based on 
the CRK signal. 
The mis?re sensor 29 for sensing a mis?re occurring 

Within a combustion chamber of the engine 3 is formed of 
tWo electrodes, not shoWn, projecting into the combustion 
chamber and supplies a signal based on an ion current 
flowing betWeen the tWo electrodes to the ECU 2. The ECU 
2 determines Whether or not a mis?re has occurred, based on 
the signal from the sensor 29. 
A battery sensor 30 is mounted to the battery 11, for 

detecting values of a charge current and a discharge current 
flowing in and from the battery 11 and supplies signals 
indicative of the sensed values to the ECU 2. The ECU 2 
calculates the total amounts of the charge and discharge of 
the battery 11 from the signals supplied from the battery 
sensor 30, and determines the remaining electric charge 
level of the battery 11, based on the results of the calculation. 
The ECU 2 is formed by a microcomputer, not shoWn, 

including a CPU, a RAM, a ROM, and an I/O interface. The 
signals from the sWitches 15 and 21 to 23 and the sensors 24 
to 30 are each input to the ECU 2, Where they are subjected 
to A/D conversion and Waveform shaping at the I/O 
interface, and then input into the CPU. The CPU samples 
these signals With predetermined timing and updates the 
values of the signals stored in the RAM. Further, the CPU 
is responsive to the updated values and performs various 
arithmetic operations based on control programs stored in 
the ROM With reference to ?ag values and calculation 
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values, referred to hereinafter, stored in the RAM. More 
speci?cally, as described in detail hereinafter, the ECU 2 
executes a manual start control process, an idling stop 
control process, a restart control process, and a manual stop 
control process. Further, the ECU 2 controls pressure accu 
mulating operation of the aforementioned hydraulic circuit 
40, as described beloW. 

NoW, brief description Will be made of the pressure 
accumulating operation of the hydraulic circuit 40. First, 
When the oil pressure accumulated in the accumulator 5 is 
beloW the predetermined pressure, the pressure sWitch 15 is 
ON, Whereby the electromagnetic valve 7 is held in the OFF 
state, and electric poWer is supplied to the motor 9 from the 
battery 11. As a result, the motor 9 is operated to drive the 
oil pump 4. The oil pump 4 draWs in the oil 13 by suction 
from the reserve tank 12 and then delivers the same toWard 
the accumulator 5 and the electromagnetic valve 7. At this 
time, the oil passage 8 is closed by the electromagnetic valve 
7, and hence the oil 18 continuously delivered into the 
closed oil passage 8 by the oil pump 4 increases the oil 
pressure Within the oil passage 8. Thus, the increased oil 
pressure is accumulated in the accumulator 5. 

When the oil pressure accumulated in the accumulator 5 
becomes equal to or higher than the predetermined pressure, 
the pressure sWitch 15 is sWitched from the ON state to the 
OFF state, Whereby the poWer supply to the motor 9 is 
stopped, and hence the operation of the oil pump 4 is also 
stopped. At this time, the check valve 14 is operated to 
prevent the oil pressure Within the accumulator 5 from being 
reduced. 

Then, When the start control process and the restart 
control process, both described in detail hereinafter, are 
executed in the state of the oil pressure accumulated Within 
the accumulator 5 being equal to or higher than the prede 
termined pressure, the electromagnetic valve 7 opens the oil 
passage 8, Whereby oil pressure is supplied to the hydraulic 
motor 6 from the accumulator 5. As a result, the oil pressure 
Within the accumulator 5 loWers, and hence the pressure 
sWitch 15 is sWitched from the OFF state to the ON state, 
Whereby the operation for accumulating oil pressure in the 
accumulator 5 is carried out again. As described above, in 
the hydraulic circuit 40, When the pressure sWitch 15 is 
turned on, the accumulation of oil pressure in the accumu 
lator 5 is carried out irrespective of Whether or not the engine 
3 is in operation, Whereby the oil pressure Within the 
accumulator 5 is controlled to the predetermined pressure or 
higher. 

In the folloWing, the manual start control process 
executed by the ECU 2 Will be described in detail With 
reference to a ?oWchart shoWn in FIGS. 3 and 4. The manual 
start control process starts to be executed When the driver 
inserts the ignition key into the key hole and turns the same 
to the ON position. 
NoW, the How of the control process Will be described 

from a time point immediately after the ignition key having 
been turned to the ON position. First, at a step S1, it is 
determined by the output from the key sWitch 21 Whether or 
not the ignition key is in the START position. If the ansWer 
to the question of the step S1 is negative (No), ie if the 
ignition key is not in the START position, the step S1 is 
repeatedly carried out. 
On the other hand, if the ansWer to the question of the step 

S1 is affirmative (Yes), ie if the ignition key is in the 
START position, the program proceeds to a step S2, Wherein 
it is determined Whether or not the shift position is the P or 
N range and Whether or not the engine rotational speed NE 
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is equal to “0”. If the ansWer to the question is negative (No), 
ie if the shift position is a range other than the P and N 
ranges, or if the engine rotational speed NE is not equal to 
“0”, the program returns to the step S1, Wherein the step S1 
is executed again. If the ansWer to the question of the step 
S2 is af?rmative (Yes), ie if the shift position is the P or N 
range and the engine rotational speed NE is equal to “0”, the 
program proceeds to a step S3, Wherein it is determined 
Whether or not the pressure sWitch 15 is in the OFF state. 

If the ansWer to the question of the step S3 is af?rmative 
(Yes), ie if the oil pressure accumulated in the accumulator 
5 is equal to or higher than the predetermined pressure, a ?ag 
FL1 is set to “0” at a step S4, and then the program proceeds 
to a step S6. If the present routine is executed for the ?rst 
time, normally the oil pressure accumulated in the accumu 
lator 5 is equal to or higher than the predetermined pressure, 
and the pressure sWitch 15 is held in the OFF state. 
Therefore, the ansWer to the question of the step S3 is 
normally affirmative (Yes), and hence the step S4 is 
executed. The ?ag FL1 is set to “0” in the manual stop 
control process carried out When the ignition key is turned 
to the OFF position, Which Will be described in detail 
hereinafter. Further, the ?ag FL1 is incremented by “1” at a 
step S12 also described hereinafter. 

On the other hand, if the ansWer to the question of the step 
S3 is negative (No), the program proceeds to a step S5, 
Wherein it is determined Whether or not the ?ag FL1 assumes 
“1” or “0”. If the ansWer to the question of the step S5 is 
af?rmative (Yes), ie if the present routine is being executed 
for the ?rst time or for a second time, the program proceeds 
to the step S6. 

At the step S6 folloWing the step S4 or S5, it is determined 
Whether or not the engine coolant temperature TW is beloW 
a predetermined value TW1 (e.g. —15° C.). If TWZTWl 
holds at the step S6, an electromagnetic valve-driving time 
period tc (?rst predetermined time period, second predeter 
mined time period: in units of seconds) over Which the 
electromagnetic valve 7 is driven is set to “t1+0.03-FL1” at 
a step S7, Whereas if TW<TW1 holds, the electromagnetic 
valve-driving time period tc is set to “t1+0.02+0.03-FL1” at 
a step S8. Then, the program proceeds to a step S9 in FIG. 
4, Wherein the electromagnetic valve 7 is driven (turned on) 
to open the oil passage 8. As a result, the oil pressure is 
supplied to the hydraulic motor 6 from the accumulator 5, 
Whereby the hydraulic motor 6 is driven to rotate the 
crankshaft 3b. At the same time, the air-fuel mixture is 
supplied to combustion chambers, and sparks are produced 
by spark plugs, not shoWn, in the respective combustion 
chambers, Whereby the engine 3 is started. 

In general, in a hydraulic circuit 40 of a type employed in 
the present embodiment, even after it is instructed that the 
electromagnetic valve 7 be deenergiZed to stop the supply of 
oil pressure to the hydraulic motor 6, the hydraulic motor 6 
continues to drive the engine 3 eg due to a time lag in 
operation of the electromagnetic valve 7, Whereby the 
engine rotational speed NE is further increased. Therefore, 
the value t1 represents a predetermined time period Which 
Was determined from experiments in vieW of the further 
increase in the engine rotational speed NE, and is set to such 
a value (eg 0.14 seconds) that ensures that the engine 3 can 
be reliably started When the electromagnetic valve 7 is held 
in the energiZed state over the electromagnetic valve-driving 
time period tc calculated as above. 

After execution of the step S9, the program proceeds to a 
step S10, Wherein it is determined Whether or not the 
electromagnetic valve-driving time period tc has elapsed. If 
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the electromagnetic valve-driving time period tc has not 
elapsed at the step S10, the electromagnetic valve 7 contin 
ues to be held in the open state. Then, When the electro 
magnetic valve-driving time period tc has elapsed, the 
program proceeds to a step S11, Wherein the driving of the 
electromagnetic valve 7 is stopped (i.e. the valve 7 is turned 
off). Further, the program proceeds to the step S12, Wherein 
the present ?ag FL1 is incremented by “1” (FL=FL+1). At 
the step S12, in the present case, the ?ag FL1 is set to “1”. 

Thereafter, the program proceeds to a step S13, Wherein 
it is determined Whether or not a predetermined time period 
ta has elapsed after the electromagnetic valve 7 Was turned 
off. If the predetermined time period ta has not elapsed, the 
step S13 is repeatedly carried out, Whereas if the predeter 
mined time period ta has elapsed, the program proceeds to 
a step S14, Wherein it is determined Whether or not the 
engine rotational speed NE is not equal to “0”. If the engine 
rotational speed NE is not equal to “0” at the step S14, it is 
judged that the engine 3 has been started, and the program 
proceeds to a step S15, Wherein the idling stop control 
process, described in detail hereinafter, is executed. That is, 
the predetermined time period ta applied at the step S13 is 
a standby time required for determining correctly after 
completion of a transient operation of the engine 3 folloWing 
cranking of the same Whether or not the engine 3 has been 
actually started. The predetermined time period ta is set eg 
to 2 seconds. 

On the other hand, if the engine rotational speed NE is 
equal to “0” at the step S14, it is judged that the engine 3 has 
not been started, and the program returns to the step S1 in 
FIG. 3 to execute the present routine for a second time. In 
this case, since the oil pressure Within the accumulator 5 Was 
already used When the routine Was executed for the ?rst 
time, the oil pressure is normally beloW the predetermined 
pressure, and hence the pressure sWitch 15 is in the ON state. 
Therefore, in execution of the routine for the second time, 
the ansWer to the question of the step S3 is negative (No), 
so that the program proceeds to the step S5, Wherein it is 
determined Whether or not the ?ag FL assumes “1” or “0”. 

Because the ?ag FL1 Was set to “1” at the step S12 in 
execution of the routine for the ?rst time, the ansWer to the 
question of the step S5 is af?rmative (Yes). Consequently, 
the steps S6 to S14 are executed in the same manner as 
executed for the ?rst time. When the routine is executed for 
the second time, FL1=1 holds, so that the electromagnetic 
valve-driving time period tc is set to be longer at the step S7 
or S8 than When the routine Was executed for the ?rst time. 
The reason for this is that, as described above, in the 
second-time execution of the present routine, a longer time 
period is required for starting the engine 3, due to a decrease 
in the oil pressure. 

As described above, irrespective of Whether the pressure 
sWitch 15 is in the ON state or in the OFF state, the engine 
start operation is carried out tWice by opening the electro 
magnetic valve 7. Further, since oil pressure Which is 
sufficient for carrying out the engine start operation tWice is 
normally accumulated in the accumulator 5, the engine 3 is 
normally started by the tWo consecutive executions of the 
start control process. 

If the ansWer to the question of the step S14 is negative 
(No), i.e., if the engine is not started yet even after the 
routine of the start control process has been executed tWice, 
the program returns to the step S1 so as to execute the 
present routine for a third time. When the present routine is 
executed for a third time, since the ?ag FL1 Was set to “2” 
at the step S11 in the second-time execution of the routine, 
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the ansWer to the question of the step S5 is negative (No). 
Therefore, the program proceeds to a step S16, Wherein it is 
judged that the engine 3 is not ready for the engine start 
operation, and the charge lamp 20 is lighted, Without car 
rying out engine start operation by opening the electromag 
netic valve 7. Then, the program returns to the step S1 so as 
to execute the present routine for the fourth time similarly to 
the above. The routine may be executed even more times as 
required. 
When the accumulation of oil pressure in the accumulator 

5 is completed during execution of the present routine for the 
fourth time or even more number of times, and, hence, the 
pressure sWitch 15 is sWitched from the ON state to the OFF 
state, the ansWer to the question of the step S3 becomes 
af?rmative (Yes), and the electromagnetic valve 7 is opened, 
Whereby the above-described start control is carried out 
again by opening the electromagnetic valve 7. The manual 
start control process by the start control system 1 is thus 
executed. 

As described above, the start control system 1 utiliZes oil 
pressure generated by the motor 9, for starting the engine 3, 
so that even during stoppage of the engine 3, it is possible 
to operate the motor 9 to thereby accumulate oil pressure in 
the accumulator 5 in preparation for the next start of the 
engine 3. Therefore, as opposed to the conventional start 
control system using compressed air, the start control system 
1 is capable of ensuring excellent startability of the engine 
3 Without causing a problem that the engine 3 cannot be 
cranked When it is started after stoppage. 

Further, the utiliZation of oil pressure makes it possible to 
generate a higher pressure With ease, compared With the 
prior art using compressed air, and the entire accumulator 5 
can be reduced in siZe, Which contributes to making the start 
control system 1 compact in design. Moreover, because a 
hydraulic actuator such as the hydraulic motor 6 driven by 
oil pressure is generally capable of generating a large driving 
force, it is possible to increase the engine rotational speed 
NE during cranking of the engine 3 to a desired rotational 
speed Which is higher than that in the prior art, eg a higher 
rotational speed than an idling rotational speed. At the same 
time, the large driving force makes it possible to shorten a 
time period Which the engine 3 takes to reach the desired 
rotational speed, thereby reducing vibrations caused by the 
engine 3 during the start thereof. 

Further, because the oil 13 used as a Working medium is 
smaller than the air in volume change caused by pressure 
change, energy remaining in oil discharged from the system 
1 is smaller than energy remaining in the air, Which makes 
it possible to reduce noises produced during the discharge of 
the Working medium into the reserve tank 12. For the same 
reason, it is also possible to avoid freeZing Which occurs 
When the air is used as a Working medium and to prevent 
breakage of the system 1 due to the freeZing. In addition, the 
system 1 is only required to be provided With the motor 9 
generating torque for driving the oil pump 4 for rotation and 
the battery for driving the motor 9 in place of a large-siZed 
electric motor and a large-capacity battery Which are used in 
the conventional start control system applied to hybrid 
vehicles. This enables reduction of the siZe and Weight of the 
system 1, thereby contributing to reduction of manufactur 
ing costs of the same. The above features and advantages 
ensures high marketability of the system 1. 

Further, in the system 1, When the engine coolant tem 
perature TW is loWer than the predetermined value TW1 at 
the step S6, Which means that it takes a long time period to 
start the engine 3 due to large friction in the engine 3 and 



US 6,460,500 B1 
15 

high viscous resistance of the oil 13, the electromagnetic 
valve-driving time period tc over Which the electromagnetic 
valve 7 is driven is set at the step S8 to be longer than When 
TWZTWl holds, so as to enable the engine 3 to be started 
reliably. Moreover, since the electromagnetic valve 7 is 
turned off When the electromagnetic valve-driving time 
period tc has elapsed, even if the engine rotational speed NE 
does not reach the desired rotational speed due to a failure 
or breakdoWn of the engine 3, it is possible to utiliZe the oil 
pressure Within the accumulator 5 ef?ciently Without Wast 
ing the same. 

Although in the present embodiment, the predetermined 
value TW1 is employed as a threshold value, and the 
electromagnetic valve-driving time period tc is selectively 
set to one of the tWo calculated values, this is not limitative, 
but a table formed based on a predetermined relationship 
betWeen the engine coolant temperature TW and the elec 
tromagnetic valve-driving time period tc may be used to 
determine the electromagnetic valve-driving time period tc 
dependent on a sensed engine coolant temperature TW. 

Further, although the electromagnetic valve 7 is con 
trolled to be closed When the electromagnetic valve-driving 
time period tc has elapsed after it Was opened, the electro 
magnetic valve 7 may be controlled, as shoWn in FIG. 5A, 
such that it is closed When the engine rotational speed NE 
exceeds a predetermined engine rotational speed NE1 (?rst 
engine rotational speed, third engine rotational by Way of 
example is searched to determine a value of the predeter 
mined engine rotational speed NE1, based on an engine 
coolant temperature TW sensed by the engine coolant tem 
perature sensor 27. As shoWn in FIG. 12, in the TW-NE1 
table, the predetermined engine rotational speed NE1 is set 
such that the value thereof becomes larger as the engine 
coolant temperature TW is loWer. 

The above control makes it possible to start the engine 3 
While alloWing for loW startability of the engine 3 due to a 
loW engine coolant temperature TW or high startability of 
the same oWing to a high engine coolant temperature TW. In 
short, it is possible to start the engine 3 properly according 
to Whether the startability of the engine 3 dependent on the 
engine coolant temperature TW before the start of the engine 
3 is excellent or poor. 

Further, a step S10C in FIG. 5C may be executed in place 
of the FIG. 5A step S10A so as to determine Whether or not 
the engine 3 has actually been started. This determination is 
carried out based on the sensed engine rotational speed NE 
and the output from the mis?re sensor 29. This control 
provides another reliable method of detection of the started 
state of the engine 3. 

Next, description Will be made, With reference to FIGS. 6 
and 7, of the idling stop control process Which is carried out 
at the step S15 in FIG. 4 after execution of the manual start 
control process. The idling stop control process is executed 
to automatically stop the engine 3, e.g., When the vehicle is 
standing by a railroad crossing. 

In this process, ?rst at a step S20, it is determined Whether 
or not the engine rotational speed NE is equal to “0”. If the 
ansWer to the question of the step is af?rmative (Yes), ie if 
the engine rotational speed NE is equal to “0”, it is judged 
that engine stalling has speed). More speci?cally, steps S9, 
S10A, and S11 shoWn in FIG. 5A are executed instead of the 
above-described steps S6 to S11. That is, the electromag 
netic valve 7 is turned on at the step S9, and then, it is 
determined at the step S10A Whether or not the engine 
rotational speed NE has exceeded the predetermined engine 
rotational speed NE1 (eg 700 rpm). If NE>NE1 holds at the 
step S10A, the electromagnetic valve 7 is closed at the step 
S11. 
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16 
Generally, in the engine 3, as the engine coolant tempera 

ture TW is loWer, the viscous resistance of lubricating oil 
becomes larger to increase viscous friction. Besides, the oil 
temperature Within the hydraulic circuit 40 is loW, and hence 
the responsivity of the hydraulic motor 6 is also loW. 
HoWever, according to the present embodiment, the elec 
tromagnetic valve 7 is controlled, as described above, such 
that it is held in the open state until the actual engine 
rotational speed NE has exceeded the predetermined engine 
rotational speed NE1, and therefore it is possible to increase 
the engine rotational speed NE reliably to the predetermined 
engine rotational speed NE1 regardless of the large viscous 
friction and the loW responsivity of the hydraulic motor 6, 
Which ensures excellent startability of the engine 3. Further, 
since the predetermined engine rotational speed NE1 is set, 
alloWing for an increase in the engine rotational speed NE 
after it is instructed that the electromagnetic valve 7 be 
deenergiZed, Waste of the hydraulic oil Within the accumu 
lator 5 can be prevented. 

Moreover, as shoWn in FIG. 5B, the predetermined engine 
rotational speed NE1 appearing in FIG. 5A may be set 
depending on the engine coolant temperature TW. More 
speci?cally, as shoWn in FIG. 5B, a step S10B is executed 
betWeen the steps S9 and S10A in FIG. 5A. At the step 
S10B, a TW-NE1 table Which is represented in FIG. 12 as 
a graph occurred for some unexpected reason, and the 
program proceeds to a step S36, Wherein the restart control 
process, described in detail hereinafter, is executed so as to 
automatically restart the engine 3. 
On the other hand, if the ansWer to the question of the step 

S20 is negative (No), ie if the engine rotational speed NE 
is not equal to “0”, the program proceeds to a step S21, 
Wherein it is determined Whether or not the vehicle speed VP 
is above a ?rst predetermined vehicle speed VP1 (e.g., 20 
km/h). If VP>VP1 holds at the step S21, a ?ag FL2 is set to 
“1” at a step S22, folloWed by the program returning to the 
step S20. On the other hand, if VP>VP1 holds, the program 
proceeds to a step S23, Wherein it is determined, based on an 
output from the accelerator sensor 25, Whether or not the 
accelerator is in the OFF state (i.e. Whether or not the 
stepping amount of the accelerator pedal is beloW a prede 
termined amount). 

If the accelerator is in the ON state at the step S23, the ?ag 
FL2 is set to “0” at a step S24, folloWed by the program 
returning to the step S20. On the other hand, if the accel 
erator is in the OFF state, the program proceeds to a step 
S25, Wherein it is determined Whether or not the vehicle 
speed VP is beloW a second predetermined vehicle speed 
VP2 (e.g., 10 km/h). If VP>VP2 holds at the step S25, the 
program proceeds to a step S26, Wherein it is determined 
Whether or not the ?ag FL2 assumes “1”. If the ?ag FL2 
assumes “1”, it is set to “2” at a step S27, and then the 
program returns to the step S20, Whereas if the ?ag FL2 does 
not assume “1”, the program returns to the step S20 imme 
diately. 
On the other hand, if VP<VP2 holds at the step S25, the 

program proceeds to a step S28, Wherein it is determined 
Whether or not the shift position is the D range. If the shift 
position is the D range at the step S28, the program proceeds 
to a step S29, Wherein it is determined, based on an output 
from the brake sWitch 22, Whether or not the brake is in the 
ON state (i.e. Whether the stepping amount of the brake 
pedal is equal to or larger than a predetermined amount). If 
the brake is not in the ON state at the step S29, the program 
returns to the step S20, Whereas if the brake is in the ON 
state, the program proceeds to a step S30, Wherein it is 
determined Whether or not the ?ag FL2 assumes “2”. 












